INTERSTATT COMMTRCE COLI.ISSION

REFORT OF THE DIRECTOR OF TIE BUREAU OF SAFITY IW RE
INVISTIGATION OF AN ACCIDELT WHICE OJCURRED ON T.lE
ALABAYA GARAEAT SOLTHIRN RaTILRCAD, SOUTHERIT HAILYAY
SYST=!l, AT FEY THGLAND, GA , ON OCTOBER 29, 1292°

Febrvary 17, 1930
To the Commnisrcion:

Cn Qctober 2%, 1229, there was a deraillment
of a passeager traln on tae Alabarma Great Soutaern Rail-
roed, Soutiaera Railvav Zysten, at Few Ingland, Ga ,
Tesulting 11 the Ceata of nae e ployee, and the 1aJury
0f four passei evs aal one mail clerk.

Loentioa and metho? of operation

Thisg accident occurred on that part of the
Queen & Crescent District extending beitween Chattancoga,
Tenn , and Birmin~acm, Ala , a Jistaance of 143 miles, 1n
tue vicinitv of tie point of eccideant this 15 a siagle-
track line over vhlch trains are operated by time-table,
train orders and an autoratic block-sipgnal and train-
control gystem, tuae signel systen lLowever, was te:ipora-
r1ly out of service The accident occarred at a stritch
located «bout 80 feet south of the stetion at New England;
tals swvitea 1s a facing-point switch for scuthbound trains
anc leads off the wein track to the vwest to an i1andustrial
spur track, wnica 1s about 500 feet 1in length. Approaca-
1ng, toe switeh fronr the north the track 1s tangent for a
coasiderable distance anc taien tasre 1s a 3° curve to the
right 317 feet 1o leaptlh, followed by 186 feet of fangent
to the swviteh, tais tangent continung “or a considerable
distance beyonc. The prade for southbound trsins 18 de-
scenaing, averagiag 0.77 per cent.

The low sritchstand, located on the west side
of the main trocx, tas not eguivped Tith either targets or
a sriter laop, the turnovt 1s a No. 10, mta 156 ft. switch
points, Tne i1nsulated bridle bar 18 of the sclid tvpe,
5/6 1aca thick end 2% inches wide, vitn riveteld 1 s
and 1 1nch beltg, The tie or Wo 2 bar is fastened like-
virg, anG a sclid-tvoe connecting rod 18 used. The switch
or’ig 1n conjunction wita the wutonatic block-signal and
traic-control syste:r, and the signals are opsrated 1f the
gviten points sre open i 1acn or rmore, the signals ¢re of
tie three—pvositioa, - mper-candrant tpe, displayias licht
1a01eations of red, yellow, anc green, for stop, caution,
all Dloceed, Tespecuivelv Artowmatre sipnal 14.5, the lact
sonthbound signal, i1s located ZOE fret 1orta of tie switch.
Tie eutomatic train-control svelem 1o of the intermittent
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1ndactive type, known as the auto-manual automatic stop,
manufactured by the General Railway Signal Co.

It was daylight and the weather was cloudy at
the time of the accident, which occurred at about 6.15 a.m.

Description

Southbound passenger train No. 43 consisted of
one mnail car, one bagjage car, two coaches, three Pullman
sleeping cars, and one dining car, in the order named,
hauled by engine 6620, of the Pacific type, and was 1n
charge of Conductor McAllister and Engineman Daniels. The
cars were cf all-steel construction, with the exception of
the second and eighth cars, vhich were of steel-underframe
construction. At Morzaaville, 12.1 miles south of Chatta-
nocga, absolute signal 12.3 was 1n the stop position, and
the conductor received and copied train order No. 310,
Form 19, from the dispatcher over the emergency telephone,
Teading as follows:

"Block signals between Morganville and
Trenton not working May be passed without
stopping looking out for obstructions oroken
ra1l or siiitches not properly set This order
void after 650 six fifty am"

licrganville and Trenton are 5.8 miles apart, and include

the territory within wnich this accident occurred. Traln
No 43 Ceparted frow Morganville at about 6.02 or £.03 a m.,
about 15 minutes late, anc when in the vicinity of signal
13.1, which signal was Cisplaving a stop-and-proceec 1ndica-
tion and 1s located 7,392 feet north of signal 14.5, speed
was recduced 1n order tc permit their ovm flagman, who nad
been sent ahead to flag through the block while the conduc-
tor was obtaining the train order, to get aboerd the train,
the engineman also operated the forestalling Teature of the
automatic train control apparatus and tne train passed sig-
nal 13.1 without stopping. Approaching signal 14 %, which
was also displaying a stop-and-proceed indication, the
englneman agailn forestalled and the train passed that signal
2t a speed estimated to have been between 15 and 20 miles
rer hour and weas then derailed at the switch leading to

the spur track.

Engine 6630, together wita 1ts tender canme 1o
rest on 1ts right side, diagonally acrogs the spur track,
headed southeast, witn 1ts forward end 360 feet souch of
the switch points, the {irst, third and fourth cars also
came to Test 1n a similar manner acrogs the spur track,
except that one of the coaches remained upright The recond
cer was on the opposite side of the main track, the fifth
car vas entirely derailed and in line with the spur track,
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ant the sixth car only had 1%ts south cr forwarc truck cde-
railed. Starting at the frog of tae switch, both the wain
track and the spur trac“ mere torn up for a distance of

300 feet, while one of two box cars that vere standing oa
the spur track at the time of the accident was deunolished
and the other one was damaged. The employee killed ras the
Tireman.

Summary of evidence

Engineman Daniels stated that when apprcacning
Nev England, he was leaning out of the side window and
looking ahead, the headlight was 10t burning. The svitch
at which the accident occurred mas the only facing-poiant
sviteh within the territory covered by the train order,
and on sceing the switch points, *vhich were plainly dis—
ceraible when the sngine was atout 350 or 400 feet north
cf them, and after s=2tisfying himsclf that they were pro-
perly lined for the main track, at vvhich time ze estimated
the speed of his train %o have been about 15 miles per
nour, he released the air brakes and opened the throttle a
little, and then a little more, and the speed vas 1ncreasing
on the descenCing rrade at the time the switch mas encounter-
ed. The first he knew of anything wrong was right 2fter the
gmitch points iere lost to vier under tane front end of the
ensine, vhen a sudden lurch cccurred, at which time he es-
tiumeted the speed to have been not wmore than 15 or 30 miles
per hour, throwing him from his seat box before he could
close the throttle or apply the air brakeec, the cengine over-
turning before he couvld regain his feet. Engineman Daniels
further stated that he was nandling the train under coatrol
and could have brought 1t to a stop at any time without in-
cicent, ancd that ne observed tne switch porats before reach-
1ag, the block signal and operating che forestalling feature
or the train control svstem. After the accideat, he observ-
ed that the switch was locked and lined for the maian track,
an¢ that the enpgiae had derasled right at the point of svwitch,
both points having fresh breaks, 2s did the bricle rod, 1n
which condition the switch points were free to move. In hils
opinion the eagine-truck vheels struck the switch peints
Earineman Daniels knew that there was no train in the block,
on account of the kind of train orcer that the conductor had
received, but he did not tnow whether the automatic block
si1gnals were displaying stop indications on account of the
sTi1tch peints having been partly open, saying that they
appeared to te properly lined to aim, otherwise he would
nave brought the train to a stop before toe switch was
reacned and would have examined the points. Engineman Danlels
accounted for the amount of damage done 25 a result of the
accident by saying that the enginc was working steam on a
cescending grade, continuing to do so a2fter the derailment,
and then the momeantum of the cars in the train pushed 1t
along, tearing up the track
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Conductnr McAllister stated th-t soathbound
automatic bleck si n:l 128 3, located ot the sculh end of
the passing track at Mcrganville, vas displaying a stop
indication and that ae went i1nto the station at that point,
telephoned the diepatcher, and .eceived train order No 210
He and Flagman Vnite trere ridimg 1n the rear cer approacilng
tie switch and waey estimated tne speed to have been vetieen
18 ond 20 m1les per .our, a speec which taie conducter con-
sicerel as Yeinr uncer cont—~ol, ovherwise he said that he
Tould heve applied tne air brakes from the rear and caution-
et tne ensfinemen abolt ruvnaing coo fart., After the accideat
the conductor exanined the switch, there was no i1ndication
of the swilch havin~ been tanpered with, and 1t was lined
and Tocked for the gnain track; tue No. 1 bridle rod was
broten, on ‘tae vest side of the track, under the switch
roint. The coaductor's statements relative to the amoant of
Camase Cone as a result of the derailment supported those
ol Engineman Daaiels. Flapwman Waite 1miediately went back
vwo Tlag State.ents of other aeubers of the crew cceveloped
nothing additional of 1mportance

Road.uinster iletcalfe stated that 1t was not the
policy to maintain tarcets or lanps oa switches located
rithin 500 feet -f automatic block signals Sw1tches are
1nspected cnce sach weet by section foremen. He airived at
the scene of tlle accident about 5 p m., the day of 1ts
OCouUrrence Exauaination of the staten disclosed the break
1n tne bridlec rcd to oce apparently a new breek, althoa,h them
appeared th be o small seam in tae steel, waich was conceal-
£d and could ant heve been detected by crdinary inspectaon,
there was no evidence of anythiny, aaving, dragged throwugh the
suvitch, striking the »ridle bar, but the east switch point
showed evidence of awving been strirc’, apparently by a de-
railed car There wvas no radication of cragring eaviprent.
Tests of the switch, with tae connecting rod unfasitcned
Trom the bridle rod, leavins tae switch points free to
move, ¢isclosed that the switch points opened froa 1 3/16
tn 1 1/2 1nchcs. he switcy was then lined for tae spur
treck vith lining bars, ™iich vere jeried olt cuickly in
orczr tn f1ve tie sanme action tnat vaeele raaning over lie
siica vould procduce, and 1t vas found that in eveTry casec
tae svitch poiits came backt to tie wain line eide, leaving
t1e s1tch cocted to the extent of ebout 1 3/16 incaes
Duriac, thiesc tests, the only new materiol used was a No 1
bridle rod. In 18 estimation, t'ie eneed of the train ves
about 25 miles 2e¢r bhour at the time of *he accident, jacs-
1ng fron the coadition of the engine and eouilpment and
tating inte consicderation tnat steam wes belng worced on
the descending grade and was not shvt off, nor tne air
brekes applied, vhen tae accident occurred

Section Foreman Killian last pave the s™itch a
regular inspection three days prior to lhe accideat, vhile
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“n the “ay before the ageiésat e locked 1t over, motiing
unusual vas noticed oan aither of tacse occasions After
the accident, he examined the sritceh aad found 2t to be
practically in the condition as cdescriped heretofore The
break 1n the Wo 1 %ridle bar iras nevr and near the center
cf the bolt hole, tne hole being concealed, and the break-
ing of the bar alloued the voints to swiang open He conlad
not find anything to exnlain the breakiar of thie bar.

Supcrintendent of Terminals Tla1taker was ol the
opilnion that vne enpine-truck ‘rheels split the switch, tae
enjine and formward part of the first car following the spur
track, while the rear part cf that car and the second car
followed the main track, the other caxs fellowing betveen
the main track and the gpur track. Judping from the con-
di1tions, he estimated the speed of the train to have been
about 30 miles per hour at the time of tne accident.

Signal Maintainer Ellis -rent over the ftrack in
tals viciaity on the dav prior to the accident, about 11 a.m.,
and a2t that tiuwe the signals were 1n proper workin, crder
Subseguent to the accidont, after repairs vere made, the
signals functicned properly. Tuaere was no indicaticon of
the seals having beeca tarpered vith

Track Supervisor Price scated that he arrived
at the scene of the accident about to hours arter 1ts
occurrence, the No. 1 bridle rod showed a new break ithrovgh
the bolt nole vhere 1t fastens te the smitch lug on the clos-
¢ point side. In cis opinion tne broken bridle rod caused
the accident.

Master licchanic Bunn insgnected the cngine at the
peint of accident, but found 2o defect tnat would have
¢aused or contrivuted to the derarlment. He rvas of the
coinion that the engine cid mot derail until 1% strick
the derairling device located on tne west rail of the spur
track at a point 189 fect scuth of the siriten points, he
ectimated the speed of the ftrein to have been not less
than 35 or 40 miles per hour, judging ‘rcm the damage Cone.
The ecngine wos eqguipped *1th a device vaich rould auto-
matically apply the air brakes 1a crmertency, provided the
engine ftruck vheels assumed an annglc o more than 100 from
the driving vhceles.

The first mark of derailment vas on the fauge

s1de of the base »f the east wain track rarl, 9 feet from
the point of switech, tais mark exteaded a distance »f 4 feet
and then appeared on tae ties, continuing to the frog, be-
vnad Taich point the track was forn out, The first mark on
the west rail vas at tae anpgle bar on the outside, 14 fect
from tne pcint, marks continued on the base of the rail for
a cistance ol 8 feet before passing off on to the ties and
then extcending uvp tc tne frog
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Conclusions

This accident vas caused by the defective
condidion o1 a guitch.

The 1avestigation devcloped that the automatic
block-signal and train-control systcm funcitioned as intend-
ed, that the No. 1 oridle rcd of the switch had broken in
somc unknorn manncr, and that this condifion permitted the
switch poinils to opzcn, causing the automatrc signals to
assumc the stop position. Engilnuman Daniels did not sce
the open s71tch noints fror his position 1n the engine cab,
1t appearaing to him that they werc properly lined for the
main track. Enpincman Danicls, however, should have known
that there was a break somevhere ir the track circuit by
recason of the signals displaying stop indications, since he
knecw there was a0 train in the oblock; this was the only
facing-point swi*ch between the points named 1n the train
order, and thc switeh was not equipped with either a target
o1 a lamp., In the intercst of safety and 1n vies of the
exlisting conditions, Engineman Daniels should have keen
operating his train at a much lower rate of gpeed than 1is
actually believed to have been the case when approaching
the s7itch, and had he done so, even though the switca
noints were open or cocked, in all probability no serious
conscaquenced would nave resulted.

A11 of the employees involved were experienced
men and at the time of the accidecnt none of them had been

on duty in violation of any of the proviwions of the hours
of service larr.

Respectfully subritted,

W. P. Borland,

Director.



